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A c k n o w l e d g e m e n t 
Architecture is. 
The five year education on architectural designs and concepts has 
filled me with a consciousness on our human life. It has given me 
many expertise on many related aspects like building technology It 
has also given me many clues 〇r answers on questions on 〇u「human 
lives. However, there is still one question always in my mind leaving 
unresolved. "What is architecture?" I would keep looking for an answer 
for this question from the future career 
Thanks for the support. 
This year thesis project does consolidate the previous four-year 
fragments of studies and marks the end of this first phase in the 
architecture丨 profession. 丁h i s year studies does not only ask for 
our ability in making building designs or spatial compositions. More 
importantly, it also trained so much on my mind and emotional stability 
in dealing with great pressure and distrust to myself during failure in 
this thesis experiment. 
Upon the graduation, i would like to take this opportunity to thank 
several persons. Prof. Vito Berlin, has opened up my eyes into making 
spatial structure and composit ions. Prof. Gladys Martinez, has always 
pushed me hard and give门 me so much insights in working for new 
concepts for our lives and for our living. Prof. Leng Woo, has always 
given me useful advices in making designs and judgements. And 
finally, Prof. TC Yuet, has always been so passionate and patient in 
keeping track with my slow progress in this year learning and inspiring 
me on new concepts about architectural design. And more, he has also 
shared with us his ideas and experiences on this professions and life. 
00 F o r e w o r d 
00.01 Solid forms void -已ui ld ings gives 〇ur Public Spaces 
In the olde urban fabric like Causeway Bay or Mongkok, the relation 
between a street to buildings surrounded is like our teeth to the lips. The 
buildings form street spaces. Because of the buildings surrounding, we 
see the street spaces and the street life quality. A good buildings which 
responds well to the street spaces, quality of both spaces enhanced. 
With the same logic, if buildings which gives a irresponsible response to 
the outside world, undoubtedly, the space quality outside that building 
would surely be deteriorated. ‘ 
00.02 Alien Invasions - An Exsue 
Human settlements in nowadays cities are just like liquid. People would 
naturally spreading over the territory thriving for a better living space 
quality. In order to keep an expanded city areas well operating and 
to cope with any furhtur expansion, the ways of connections within a 
city areas has become under one of primary considerations in urban 
planning. Most commonly, concepts like mass transit railways and 
highways with large transportation capacities have been built throughout 
those international cities like Tokyo, Shanghai, Hong Kong, and etc. 
I门 order to make it possible to multiply and increase highway areas 
within those very high density urban centres, a construction of elevated 
highways has now become the only possible way in greatly increasing 
road areas with the same amount of 丨and areas. However, this insertion 
of elevated highways has triggered a great change to the architectures 
adjacent to the elevated highways. 
Undoubtedly, the construction of elevated highways is a very efficient 
and effective way of multiplying road areas in limited spaces. However, 
the alien invasion has forced or given building designers excuses to 
make their master pieces opaque or even totally enclosed on the 
first 25m from the city ground with the help of air conditioning. The 
reasons for them to make such buildings are to let people escape 
from this pollution generator. However this move has created a quite 
nice internalized environment at the expense of our spatial and visual 
experiences on the city ground level. What people could find next to 
the flyover is some opaque and blank boxes, creating separating edges 
ripjxt to those elevated highways. Such decisions have given rise to 
several qu^iistions. In what ways the air emiited and noise produced 
affect 川ikJinrjs next to flyovers'^ Is it really inevitable to make such 






00.03 Tokyo Experiences 
Tokyo is another international city in Asia. There are many elevated 
highways and elevated railway road occupying the street spaces at the 
city level of 10m-20m. However, shops, market, pedestrianized walking 
street are still able to built and「un well under or next to the elevated 
highways. And the most important point is that, people are still willing to 
enjoy their city experiences in those places even they are aware of the 
existence of the elevated highways. To the people on the street level, a 
sense of a continuous city is felt. This is an apparent indication that the 
elevated highways are just some "psychological pollution generator". 
The situation may not be as bad as what people perceived. 
As a matter of fact, pedestrian walkways are always next to the 
vehicular road. Therefore, actually, city walkers are actually get used to 
this situation. And everyone i门 the city are not really that reluctant to the 
road as seen. Elevated highways are actually another vehicular road at 
city level of 10m -20m. It makes no difference between a road on Om 
and 10m. So there is not a clear ratinoale behind cutting all relation with 
a road on 10m level but have to provide commercial opportunities to a 
road on Om on the other hand. 
I TV 
t i l 
饭I 
I Vl v« 
7 







00.04 City Future 
As a matter of fact, it would be a trend to make podiums which cut off 
all relations with the city over Hong Kong. However the existence of 
elevated highways give the new redevelopments a "more convencing" 
excuse to build such kind of iresposible buildings. It can be forecast 
that, if these kinds of old buildings are going to be rebuilt in the near 
future, owing to the odd relation with the elevated highways, it can be 
quite certain that this kind of blank facade podiums with detached space 
systems would replace what we see in the past several decades, with 
the help of air conditioning. 
Making new buildings with no relation with the outside would surely 
"solve" the problems of pollution generation. The street orginally 
possesses a unique streetscape. It is the space for people when 
they come out from their small flats, it is the space where they have 
encounterings with the others. However, the podiums designs kill this 
space quality, for sure. As what we have in Chinese, "To untie the bell, 
it must be the one who gave that tie". In view of potential pollution 
problems, it should be the control of senders rather than making 
controls on the receivers. If we keep escaping from the insertion of 
elevated highways, how much we can escape? Can there any more 
positive architectural designs which help making a more continuous 
space and keeping the street life, but still can have some preventions 
to the elevated highways? 
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00.05 Stage for Continuity 
“……IVe can apply the linkage principles to knit together discontinuities 
by infilling directional pedestrian space When blockages or barriers 
in the city fabric need to be overcome, and when elevated pedestrian 
platforms and bridges are necessary to retain spatial continuity. " 
Roger Trancik 
Continuity is a pursuit of a spat ia l quality. It is rather abstract. K is not 
about the function of a city but about the image and the coherence of 
the whole community. In a hyper-density city like Hong Kong, in order to 
obtain the benefits from division of labour, the city is actually divided into 
different clusters and parts by functions based on their relative economic 
values. Because of these separations, the importance of linkages is 
undoubtedly under our prime concern. Public spaces in hyper density 
cities are more important than those in the developing countries and 
old villages. The importance of public spaces is not limited to providing 
a linkage people as what we have before but also providing a kind of 
leisure spaces, entertainment spaces and also gathering spaces. It 
is now a glue to people and the society. Therefore, it is normal that 
architecture and urban designers would be devoted greatly in making a 
nice public environments for their people inside. Designers would like to 
make every metre square as welcoming as possible. Desingers would 
like to make every bits of the public spaces as an event space and allow 
something to take place. Therefore, people can have their enjoyment of 
life in those areas, having a chance to gain from collective memories. 
That is quite a unique pursuit to those people living in a hyper density 
city. 
However, the response of some architecture is going against this 
pursuit. In order to avoid from getting affected by those "percieved 
pollutions from elevated highways", designers actively make some 
selfish decisions about cutting all relations with the city. They plan to 
go away. That is why so so many air-conditioned public spaces are 
becoming more and more widespread in Hong Kong. This is a typcial 
Hong Kong culture - The Lack of Community Spirit. 
Therefore, a new challenge to maintain a continuous public space in 
response to the elevated highway insertion arose. In view of the low 
headroom below elevated highways, i.e. usually leaving a space of 
headroom 6m-12m, the proposed continuous public space structure can 
be built above the flyovers taking up spaces above elevated highways. 
Theoretically speaking, as long as the ramping gradient is controlled to 
a comfortable level, the change of activity level from Om to 12m or even 
above is feasible. Moreover, if the event spaces are really welcoming 
enough and the event spaces are really able to accommodate events 
from happening, i.e. providing a commercial value as well as a social 
value, the new spatial structure can be said to be successful. 






Then: in the early 1970s, began the ambitious programme to provide 
new homes for about 1.8 million people by the mid-1980s. For this 
purpose new towns had to be built. One of the foremost items in 
this programme was to provide better communicat ions with the 
development areas in the New Territories, 
As a result, a number of highways have been constructed to link the 
new towns; water mains, modem sewerage and storm-water drainage 
systems have been provided where none existed before to create the 
infrastructure necessary to support these towns. With the urbanized 
areas expanding outward, highways and elevated highways were 
constructed all over the territories from urban areas to New Territories 
and within urban areas 
01. C o n n e c t i n g P e o p l e 
01.01 Post War Urban Expansion 
At the end of the Second World War, Hong Kong's roads appeared 
to be in a good shape, but there had been practically no motor traffic 
during the Japanese occupation nor had any maintenance been 
carried out on the roads. Some roads quickly broke up under the first 
peace-t ime traffic and had to be repaired and rebuilt as the territory 
endeavoured to resume its traditional entrepot role. 
New jobs were needed in a hurry and these were found in light 
manufacturing. Led by entrepreneurs who had left Shanghai, Hong 
Kong began its development into one of the largest manufacturing 
centres in South East Asia, first producing cheaper textiles and then, 
paying increase attention to quality textiles and clothing, electronics, 
optical and plastic goods. 
As industry developed and the population began to multiply, fed by the 
evergrowing immigration, Hong Kong was faced with the urgent task 
of providing homes for its people. As recorded, in 1945’ the population 
of Hong Kong is approximately 500,000. In 1947, it had been raised to 
1,800.000, a rise of 360%. And in 1953, the population was at a level 
of 2.500,000. In the mentioned eight years, there is a rise of population 
of two million which was five times the population of 1945. 
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01.02 Urge for Greater Mobility and Greater Connectivity 
Human settlements in well-developed international cities are like liquid 
People would naturally distributed over the territory quite evenly in 
search fo「a better living quality. This natural distribution creates an 
expanding urbanized areas. In order to maintain a community coherence 
upon natural human distribution and to suit the ever-incresing need for 
greater mobility, the construction of well-organized and well-functioned 
transportation mode is under the planners and architects’ great 
conc6「n. 
Generally, there are three reasons for the construction of elevated 
highways. The first reason is to provide a lost link between two points. 
They can take place between a newly developed areas and the well 
developed urban centres or two well developed regions. The Shing 
Mun Tunnel between Kvvai Chung and Shatin is an example of elevated 
highway linking two well developed regions. 
The second reason for constructing elevated highways is to provide 
a shortcut or a by-pass away from the over-congested urban areas in 
order to increase the speed of transportations and and to help lessen 
the congestion problems. Such by-passes can also be found on the 
existing of original sea coast area like the Island East Corridor and the 
Kwun Tong By-pass. On those areas with reclamation, these seaside 
by-passes would always mark the edge between old areas and the new 
developments on these new reclamation land. 
The third reason for constructing elevated highways is to multiply the 
road areas within the same amount of urban land. F〇「many urban 
developments established several decades ago, the distance between 
buildings and the street space proportion are more or less set up with 
reference to human porportion and the anticipated traffic capacity 
several decades ago. Therefore, multi-level roads are a very effective 
way to increase road areas in coping with the existing traffic needs. 
As recorded in the government documents, the length of public roads 
on the territory has been increasing from 644km in 1947 to 1,730km in 
1996 and 1,904km in 2002, with a rising rate of 22.9km per year. This 
rate can also give us a calculation that 62.74m-long roads would be built 
per day during the past 55 years. The government would surely be able 
to build what they want in those remote and less dense areas. But in 
those well-developed regions, due to the super high density nature, one 
of the measures to expand traffic handling capacity is the construction 
of elevated highways/ flyovers. As recorded in some government 
documents, the number of vehicular flyovers has been increasing from 
8 in 1947 to 850 in 1996 and 1029 in 2002, And there is still a rising trend 
in the coming decades. 
01.03 Six Types of Relations between Flyovers and Surroundings 
Generally speaking, there would be 6 types of relation between 
elevated highways and its surrounding building settings (refer figure 
01). They are : 
01. Flyovers in Scattered Developments 
This setting is mainly found in areas like Yuen Long or Sheung Shui 
where small huts or some temporary houses or settlements were 
developed there since the place were put to be agricultural land-use 
several decades ago. Upon the city developed, more and more great 
infrasstmcutures like elevated rail road or elevated highways were kept 
building to provide a better connection to the urban centres. 
02. Flyovers in Very Tight Building Distance 
Thsi setting can be found in two types of developments. The first one is 
taken place inside the urban centres where economic values of land is 
very great like Mongkok and Causeway Bay. The building plot ratio can 
be up to 15. And other case is that they can be found in some areas 
where fabric is set up long time ago but low economic returns hinder 
any redevelopments. 
03. Some Space between Buildings and Flyovers 
Thsi setting can be found in those urban areas where some 
redevelopments have taken place like Yaumatei and. Redevelopments 
would usually increase distance between building clusters in order to 
decrease the living density so as to improve living quality. 
04. Flyovers on Harbourfront 
This setting can be found over the coastal areas mainly aiming for 
providing a by-pass road decreasing the traffic loads inside the 
congested urban areas. Some examples are the West Kowloon 
Corridor and the Island East Corridor. 
05. Intersections of Flyovers on Greater Building Distance 
This setting can be taken place in any places over Hong Kong. In order 
to provide elevated highways 〇门 a perpendicular manner, the fabric 
itself can be so close. 
06. Flyovers between New and Old Developments 
This setting is caused by a reclamation outside the waterfront where 
there was a seaside by-pass. At first, the old fabric developed 
several decades or even one century before. Later, a seaside by-
pass was built to share the traffic load inside the ageing urban fabric. 
Reclamation take place later. The area which was originally a bay is 
turn into a piece of land. New developments take place. This process 
form this setting. Examples are the West Kowloon Corridor and the 
Sau Kei Wan Flyover. 
The focus of this thesis would be mainly placed on the category 2 the 
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01.04 New Object Gives New Space New Occupation 
The Hong Kong city is formed mainly by buildings (solid) and linear 
street spaces (void). The linear street spaces are the main stage for our 
social gathering, commercial encpunterings and information gathering. 
This is what people usually called "Public Spaces". It is open to the sky 
and free to receive abundant sunlight. However, the insertion of elevated 
highways changed the scenrio. The change is especially great in those 
tight fabric. Elevated highways are actually a linear platform suppoted by 
gigantic column underneath. In oFder to allow vehicales to move freely 
underneath and allow vehicale to move up freely, the elevated highways 
would usually take a height from 6m up to around 13m. And the width 
of the elevated highways are usually a multiple of 4m. Normally, for 
those elevated highway having 4 lanes, the width would be around 
16m. However, the usual width of a linear street is around 15m-20m. 
The elevated highways forms a great canopy to the street, cutting most 
of the sunlight onto the city ground, providing a resting place for people 
underneath and forming a visual barrier to the people on the street level. 
And there is also a tendency that the government would try to prohibit 
people from occupying the space underneath, making that space dead. 
Another aparent change after the insertion of elevated highways 
is about the change of functions inside the adjacent buildings. 
Undoubtedly, for habitable units, the sound level generated from busy 
traffic is really annoying. Therefore, the units in the adjacent buildings 
from the ground level up to around 15m would be changed into some 
public uses, storage, commercial uses, entertainment and even 
some institutional uses. The adjacent architecture is actually changed 
inherently. From this observation, there is one implication, as long as 
the functions next to the flyover which allows only a very short stay like 
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02. Sepa ra t i on 
02,01 Pollutions Generator? A Balance? 
As mentioned in the previous chapter, elevated highways do create 
some annoying noises and some air pollutions. As recorded in one of 
the highways in very high dense urban areas, the sound level at peak 
hours can be said to have more than 80db and 60cib in average. For a 
person who is exposed to an environment having noise level up to 70db 
for a long time, that person would have probably be damaged to the 
heanng ability as well as to the emotion. 
Facing these data shown, it would seem to be a must that developers 
or architects would try to cut off all relation with the city when they 
make their building. There comes a dilemma. The dilemma is that we 
have noise pollution and at the same time we also want a welcoming 
connection from inside to outside. Designers have made the choice. 
The direct answer to deal with noise pollution is to cutting off all 
relations with the city. Therefore, no matter sound, air, light and 
everything from the outside cannot getting into the buildings to affect 
people inside. They give up the city. 
Their act triggers me three questions. Why do we need to be getting 
away from all noised As the areas from the gound level up to about 
20m in the city have been devoted mostly to some public uses but not 
habitation units, what would be the acceptable level of noise and air for 
them? Then, is it really necessary to cut off all relation with the cities in 
dealing with the expected noise? Cutting off all relations seems to be 
the simplest way to deal with that. But, the focus should be more on 
looking for a point of balance for both lowering the noise level as well 
as providing a real link between the city and podiums. Many of the flat 
nexts to the elevated highways were only changed in their functions 
from living units to public units can show that poeple for some public 
use can really accept a higher level of noise. 
Tokyo is an international city in Asia. There are many gigantic 
transportation infrastructures in the city like what we have in Hong 
Kong. People are living around, under, adjacant to the elevated railroad 
and highways. They are also facing the elevated highways. But they 
dont treat it as a problem. They know clearly the noise impact and air 
impact to people. The space next to the elevated highways are just like 
anywhere else in the city. Therefore, there is a very clear implication 
that there would be a greater tolerance to traffic noise for people in 
public spaces enjoying public activities like shopping. 
02.02 Responses Against Pollutions - Cutting All Relations 
As mentioned in the previous chapter, elevated highways do create 
some annoying noises and some air pollutions. As recorded in one of 
the highways in very high dense urban areas, the sound level at peak 
hours can be said to have more than 80db and 60db in average. For a 
person who is exposed to an environment having noise level up to 70db 
for a long time, that person would have probably be damaged to the 
hearing ability as well as to the emotion. 
Facing these data shown, it would seem to be a must that developers 
or architects would try to cut off all relation with the city when they 
make their building. There comes a dilemma. The dilemma is that we 
have noise pollution and at the same time we also want a welcoming 
connection from inside to outside. Designers have made the choice. 
The direct answer to deal with noise pollution is to cutting off all 
relations with the city. Therefore, no matter sound, air, light and 
everything from the outside cannot getting into the buildings to affect 
people inside. They give up the city. 
Their act triggers me three questions. Why do we need to be getting 
away from all noise? As the areas from the gound level up to about 
20m in the city have been devoted mostly to some public uses but not 
habitation units, what would be the acceptable level of noise and air for 
them? Then, is it really necessary to cut off all「elation with the cities in 
dealing with the expected noise? Cutting off all relations seems to be 
the simplest way to deal with that. But, the focus should be more on 
looking for a point of balance for both lowering the noise level as well 
as providing a real link between the city and podiums. Many of the flat 
nexts to the elevated highways were only changed in their functions 
from living units to public units can show that poeple for some public 
use can really accept a higher level of noise. 
02.03 Original Fabnc gives Lives and Memories 
02.04 Giving-up the City - Enclosed Podiums 
Podium type shoppnig and public spaces are widespread throughout 
the territory. In Hong Kong, the mode of shopping has been changed 
drastically. Many developers and architects would take the advantage 
of upward expansion of shopping spaces and develop some looping 
shopping spaces in order to trap people inside to maximize： the 
commercial opportunities. Therefore, this forms a very unique Hong 
Kong type architecture. 
In many newly developed places like Olympics Station and Tseung 
Kwan O, where the basic activity fabric is about some gigantic podiums 
linked with transportation systems. Therefore, the concept of "streets" 
o「"linear public spaces" are not the basic platform for people activities. 
In those places, the concept of "architecture should respond to both 
functions and people insde and public spaces outside" is not valid. The 
podiums are the city actually, just like what Rem Koolhaas said in his 
famous "Theory of Bigness". 
However, the podium concept is more and more widely adopted even 
for those re-developed areas in the older fabric which developed long 
time ago. The adoption of this kind of architecture can to some extent 
and in some occasions bring harm to the city. The old city fabric is set 
up with the standard and design criteria which stated several decades 
ago. In addition with the technological advancement in providing a well 
air-conditioned spaces for people inside, it has now become possible 
to take a full control in the internal environment and make a totally 
enclosed type podium spaces. And there is an obvious trend that the 
podiums has been becoming more and more gigantic than ever before. 
The problem has become acute in case of a redevelopment adjacent 
to the elevated highways. As mentioned before, in order to cut off the 
expected noise and to trap people inside the new podium shopping 
spaces, it would be a norm to make this kind of podiums having the 
electrical installations and machines facing the elevated highways. 
Openings would not be found. In this kind of old fabric in which human 
activites and movements are both enormous, those treatments of 
electrical installations are not only facing the elevated highways but Iso 
facing us, giving us nothing. 
03. Revveav ing - A n Interact ive R a m p i n g S p a c e 
03.01 The importance of High Level of Continuity 
……l^Vfe can apply the linkage principles to knit together discontinuities by infill-
ing directional pedestrian space When blockages or barriers in the city fabric 
need to be overcome, and when elevated pedestrian platforms and bridges are 
necessary to retain spatial continuity. “ Roger Trancik 
Continuity is a natural pursuit of spatial quality. It is rather abstract. It is 
not about the function of a city but about the image and the coherence of 
the whole community. In a hyper-density city like Hong Kong, in order to 
obtain the benefits from division of labour, the city is actually divided into 
different clusters and parts by functions based on their relative economic 
values. Because of these separations, the importance of linkages is 
undoubtedly under our prime concern. Publics spaces in hyper density 
cities are more important than those in the developing countries and 
old villages. The importance of public spaces is not limited to providing 
a linkage people as what we have before but also providing a kind of 
leisure spaces, entertainment spaces and also gathering spaces. It 
is now a glue to people and the society. Therefore, it is normal that 
architecture and urban designers would be devoted greatly in making a 
nice public environments for their people inside. Designers would like to 
make every metre square as welcoming as possible. Desingers would 
like to make every bits of the public spaces as an event space and allow 
something to take place. Therefore, people can have their enjoyment of 
life in those areas, having a chance to gain from collective memories. 
That is quite a unique pursuit to those people living in a hyper density 
city. 
A highly continuous city is one which evokes a strong mental image 
because it has strong "personality", "character" and an "identifiable" 
spirit. Except of the city form quality, a high level of urban continuity 
can also provide another important meaning for a city in its long 
term development which provides a hint or a guideline for the later 
generations in developing the urban fabric and urban culture. 
The success or failure in building an urban area with high continuity 
directly affects a city's imageability & identity and the long term urban 
development patterns. 
The term "imageability" refers to the "quality in a physical object which 
gives it a high probability of evoking a strong image in any given 
observer" (Lynch, 1972). Imageability, however, is not limited to specific 
components, landmarks or physical objects of a city, but rather refers 
to the holistic image of a city in the eyes of residents and tourists: its 
color, shape, rhythm, arrangement, buildings, environment, ambience, 
and people. Through these qualities the city evokes meaning, 
expressiveness, sensuous delight, stimulus and choice (Lynch, 1960). 
The buildings in Hong Kong are always having a manner of facing the 
street. It is not only about having the enclosure facing the street but 
also the internal spatial configuration connecting to the street so as to 
create a more continuous city. 
•S. 
03.02 Other Developments for Spatial Continuity in Hong Kong 
The following examples are originated from another reason which is 
a bit different from the issue in this thesis. They are created mainly 
based on a need to cross. The following creations are made beczuse 
of real physical barriers which hinde or even stop people from getting 
to their destinations. While in this thesis, it is not about a need but 
abouit a better quality of architecture and the public spaces it gives. 
Yet, the following can still give some implications on a more better 
quality building and the surrounding spaces. 
03.02.01 Footbridges 
Footbridges are a means above ground level connecting two points 
allowing people getting across edges or barriers which stop people 
from moving across. They are directional, aiming at providing the 
most efficient way for people to move through. Their width can be 
ranging from 2m up to more than 10m. They do not provide a chance 
for activities to take place. They have 3 ways in connecting the city 
spaces, namely, escalators, stairs and ramps. However, that is only 
an engineering product which serve only the function of human 
penetration. Design is based only on efficiency. But, in an architectural 
view, there are still a lot of rooms for providing a nice space for people, 
for events to take place and maybe for some commercial and social 
activities. 
03.02.02 Subways 
In terms of function, nature, the directional nature and spatial form, 
subways can be said to be another version of footbridges only. Their 
width can be around 2m up to around 10m. The only difference of a 
subway to footbridges is that subways take place under city ground 
level. Like the footbridges, subways also do not allow activities to take 
place even though there is room for improvements. 
03.02.03 Shopping Mall Connecting Fabric Across Separation 
The newly developed city fabnc is set up like cutting cake into pieces. It 
would firstly be defined all useful and efficient routes of infrasturctures 
and roads for that region. Secondly, the leftover spaces would be the 
human land. Therefore, in many cases, there would an isolated island 
having all high volume of traffic highways on all sides around. In that 
kind of occasions, there comes a new kind of shopping mall . 
The shopping malls would have a more or less the same spatial 
structure. They would be formed in a concentric pattern. The central 
focus point would be an attrium or a central gathering space. The 
second ring would be the circulations space. Most of which are in 
a linear and directional form. The third ring would be the shops, 
especially the smaller ones. The fourth ring would be the big shops 
like restaurants, and supermarkets and the building srevices like 
staircases, elevators, E/M rooms or lavato门es. The space are more o「 
less in a looping form suggesting people to lose their direction and so 
as to enhance the shopping chance. 
The shopping mal have many footbridges and other ways of 
connection to redirect ；all the nearby human flow direction, in order to 
onsuro a human flow into the commercial shopping mall. For this kind 
of shopping m3ll their rntiin focus is on ensuring an abundant supply 
of human penetration into the shopping loop. The idea of providing a 
continuous space for the city would surely be only a by-product 
03.02.04 Elevated Pedestrain Platform Networks 
In many public/private estates or in Central business district, another 
type of continuous space were developed. In order to provide a 
well linked community in an estate, such kind of elevated platforms 
where developed. Shops, restaurants and other daily necessities 
were supplied on this platform. For some safe platforms, playgrounds 
for children or the elderly were also provided. The platform network 
developed in the central business districts were based from another 
consideration. In order to failitate both the movements of pedestrians 
and the efficiency of traffic on the ground, the government has tried 
to bring in a separation concept in which human flows were lifted up 
while vehicles were kept on the ground. This can not only provide a • 
safe environment for the people above, but also provide a very efficient 
traffic on ground. 
There are pros and cons for both the footbridges systems and the 
island type shopping malls network. Here comes a comparison of 




providing a clear direction to huamn flow which 
enhances the concept of continuity. 
simple circulations like gentle ramps and escalators 
form a welcoming space for people. 
03] relatively shorter distance to pass through blocking 
barriers 
Problems 01] the space inside is so monotonous that no acitivities 
o「experience encounterings inside this space of 
high human penetration 
[02] lack of commercial values 
Island Type Shopping Malls : 
Advantages [01] providing a lot of spaces with full of commercial 
activities and spaces allowing social encounterings 
02] providing more spatial changes 
Problems :01] the looping spatial form discourages people from 
passing through, thus discouraging a spatial 
continuity 
02] there is no contact with the outside world, thus 
shopping experiences cannot be enhanced. 
03.03 A New Ramping Space Structure gives Continuity and the 
Street Quality 
Being inspired by the above studies on some developments searching 
for spatial continuity in Hong Kong, a new architectural type is to be 
suggested in this thesis, that is a ramping spatial network across the 
elevated highways. This aims to maintain the streetscape and provide 
an interactive buildings on both sides of the elevated highway. 
In Hong Kong, ramping public space is not a new thing. When the 
Hong Kong Island was first developed 150years ago, the lack of 
flat land has forced the colony government to make some new 
developments on the hill slope. Pottinger Street in Central is one of 
the example. Pottinger Street has been well know for the activities on 
the steep ramp. There are still a lot kiosks standing on the steep ramp 
and it can also have the function of providing a linkage between the 
Queen's Road Central up to the Hollywood Road. And there are still 
many other examples in Hong Kong. 
The new ramping spaces structure would be occupying both sides 
of the elevated highways. The new ramping spaces would have the 
advantages from normal foorbridges but also having the advantages 
from island type chopping malls which connects the fragmented 
parts of a city. The spatial network would be mainly made of a gentle 
ramping platform on which acticvites and other leisure spaces and 
commercial spaces are to be provided. Theoretically speaking as long 
as the ramping gradient is within the human comfort range, the ramp 
can be said to be welcoming to people. And inside the ramps along the 
whole journey to the other side of the elevated highways, opportunities 
for social encounterings and commercial encounterings. 
、 - ^ 
Part B [tesing thesis: 
04. T h e T h e s i s S t a t e m e n t 
04.01 Thesis Target 
This thesis is to look for an alternative redevelopment approach in pro-
viding an urban spatial continuity which stretch across both sides of the 
elevated highways.The proposal is especially focused on older fabric 
area The major strategy would be the proposed use of a continuous 
ramping street stretching across the elevated highways. 
As the city's arteries, elevated highways in the dense urban fabric 
s very important in maintining a city a good function.Therefore, one 
mportant point is that the thesis is not starting with denying the 
mportant role played by the elevated highway. Instead, this thesis 
s a proposal to look for alternative measures to cope with the urban 
fragmentation problems brought by the elevated highways and the 
surrounding buildings. 
In this thesis, there is a need to make a new type of urban connecting 
buildings penetrating through the flyovers and get rid of the podiums 
proposal next to the flyovers. The design should be able to respond 
several matters. 
01. It should have a new formal response to the flyover rather than 
just negatively setting up a solid wall against the flyover. And the 
new form should be able to「espond better to the noise issues 
rather than just escape from it. As long as the noise issue has a 
newer response, the podium type can be combatted. 
The design should be able to take up the lost spaces created by 
the flyover to get rid of the programmatic discontinuity matter. 
The design should be able to respond to the high density city 
fabric. Therefore, it should be able to allow later developments on 
top of the new type of building. 
The design should be able to get closer to the podium building 
density rather than making a low density building to address the 
density issue in the high density urban fabric. 
The design should not be in a loop form circulation like what 
we have in other podiums, it should be able to allow a smooth 
transition through the flyovers to other side of the city fabnc rather 
than trapping the people inside. 
06. The design should have a 丨iigh applicability in all locations with 
similar situations. 
07 The design should be able to maintain the streetscape. 
08 The structure on top of the elevated highway can provide a kind of 





And I believe that with this testing of new building typology, in long 
run, there could be an alternative attitude towards flyover insertion and 
urban fragmentation created by the surrounding buildings, and this can 
also be applied to other places with similar problems. 
04.02 Thesis Objectives 
Values to the Society 
Multi-level spatial networks have been developed in Hong Kong for 
quite a long time. However, they are now still engineering product 
rather than a space where activities and spatial expenence are 
accommodated. And there is still not an attempt to「e-weave the urban 
spaces on both sides of the flyover. The following are the values to the 
eritire society: 
- t o attract people. The development of this kind of multi-level social 
and commercial network can take advantage of the great pedestrain 
flow. More people means more opportunities for shopping, socializing, 
business and fun. 
- t o provide a sense of place that strengthenss community identity and 
creates places for people to congregate. 
- t o provide a leisure open space in very high density areas with the 
use of lost spaces above flyovers. Flyovers creates a lot of lost urban 
spaces above or below flyovers. Usually the space over flyover is an 
opportunity to enjoy great openness. 
- t o provide a safe and attractive environment in which children can 
play and senior citizens can meet and「est. 
Sense of Community 
The development of isolated space form cells really hurts the 
community entity. A continuous spatial network can really enchance 
the sense of community between different blocks in the city. Just take 
the elevated walkway systems in some public and private housing 
estates in Hong Kong as an example. In many of the public and private 
housings, elevated walkways serve the functions of gathering places 
but not only a pedestrian expressway. 
Permanence and Transience 
The pedestrian network can be a multi-level matrix which enriches the 
city life. In the metropolis, we cannot think of planning in static terms, 
in three-dimensional world. The space will associate with the "fourth 
dimension" time together. That means, different activities happening 
at different time and pedestrian movement will be considered in the 
design. How is the pedestrian movement in the future? Permanence 
- t h e mu丨tHevel matrix serves as a circulation. Transsience - it creates 
social interaction at the street level 〇f building towers. Besides it 
functions as footbridge, booths seating areas or other activities can be 
set up. Street realm can be continuedabove ground. 

'here is a dilemma. The minimum operation lot 
；丨ze has to be worked out. A suitable ramping 
jradient as well as greater headroom has to be 
Jttained, Hovyever, they are contradicating in some 
Smaller lot size would lead to steep ramp, 
jentlfj「amp would lead to greater lot size. 
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05. Tw in D e v e l o p m e n t s 
As mentioned before, the problems of fragmentation would be on 
the point where a re-development take place in the older fabnc 
Therefore, in this thesis, in order to make is feasible, this would be a 
re-development proposals for such possible re-developments near to 
the elevated highways. 
In Hong Kong the samllest basic development unit would be one 
tot, that is about 15m x 4m. Because of the individual development 
rights in Hong Kong, as long as the buildings on sides of an elevated 
highway can be made cooperative in providing a continuus space, 
a continous street is feasible. However, actually, it is nothing new to 
make a developments on both sides of the elevated highways like 
what we have in developing footbridges. And like what we have in the 
central business districts like Central, they have all buildings linked up 
on the level above ground. 
Another example is the Taikoo Shing Plaza in the Eastern District. The 
main circulation was developed in a spiral form in which the shops and 
other restaurants were set next to the continous「ampmg spiral. This is 
not only a gimmic but also functional. 
Moreover, in order to make a comtinuous ramping space climbing up 
to a 丨eve丨 of 12m (As shown in some studies, the clearance height 
for most Hong Kong elevated highways are below the level of 15m), 
with a comfortable continuous ramp, there must be a smallest「e-
development area. In this thesis, the smallest operation area would be 
expected to work out. 
Furthermore, in order to respect the existing living density and the 
opportunities for「e-development of both residential and commercial 
units above 20m level in the city, the proposal would also allow a 
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06. Contini iOLis R a m p i n g Even t S p a c e 
There are three matters connecting to the development of a continuous 
ramping street. The first one is the ramping gradient, the second one 
is the height and width of the space and the last one is the spatial form 
whether it can encourage people from moving. 
In order to make the ramping structure as one part to the street, it 
should be made to people as as smooth as possible. The definition 
of smoothness here can be translated into a gentle ramp of gradient 
1:20 up to 1:8. As described in many graphics standards, ramps up 
to around 1:8 is the least acceptable gradient’ where people would 
have to spend quite a lot of energy to climb up the level, but it is still 
acceptable. 
The decision of ramp gradient is based on the activities taking place 
on the ramp, the re-development lot size and also the level it has to 
climb up. There is a direct relation between ramping gradient and 
the headroom formed. The greater the gradient, the greater the 
headroom would be. For example, for some very tight site, a steeper 
gradie门t were forced to be chosen. And in some occasions, the highest 
level of the ramping street network would be more than15m, with 
a small development site, it would be inevitable to make the ramp 
steeper. Another example is that, for some activities like restaurant 
or sportsground which requires a flat ground, the slope can be great. 
And for those activities like personal selling of telephone sen/ices, a bit 
greater slope is not really that important. 
The width and the headroom of a street is surely affecting the success 
of a street. As this is expected to be a public space structure, therefore 
it should have a welcoming space where people would not find it very 
inaccessible or afraid to get into structure. 
The other matter connecting to the success of a ramping street 
is whether the path can encourage people to pass through like 
foorbridges, even though it is a ramping space. In order to suggest 
people going into the structure, the contact point to the street has to be 
a open space where people would find it welcoming and the space can 
be gettting narrower and more enlosed in order to push people going 
across the whole structure. 







07. Even t S p a c e s A c c o m m m o d a t i o n s 
Another important matter concerning the success of a public space 
IS about the ability to accommodate different programs and activities. 
The proposed ramping street netowk is an open system where no 
fixed programs were specified. It is just a fixed skeleton. This is just 
like what we have on our unique street space. Street space are open 
system and flexible. As compared to the normal mega malls, in which 
all shops, circulation, movement spaces and eveything are fixed, the 
proposed ramping street network should be able to provide enough 
space and appropriate space forms so as to suggest activities from 
taking place. People should have their freedom on activities in spaces. 
As a matter of fact, the freedom and flexibility of programs and 
activities on public open street is the unique Hong Kong culture as 
compared to many great cities in the world. Those activities have given 
us a lot of collctive memories. In Hong Kong, we have hawkers, we 
have our transportations，we have many information gathering, we 
have buying and selling activities. 
Therefore, in order to make a continuous space, the new ramping 
structure has to be developed based on the quality of streets rather 
than having a opaque box detached from the outside world. As a 
matter of fact, as long as the ramping gradient is well controlled and 
the space is designed well enough for different activities to take place, 
the commercial value can be retained. And one more benefit can be 
gained. That is to bring with this new public space the culture we have 
0门 our street spaces. 
>n open 叩‘ko on cop of th-j rlyovor 
-highest point of journey 
-on top of the flyover 
-suggest L;od‘5l gathering 
-stfim-tomial perfoinv^nce 
- s p a c e for sports 
space do门necting the library and the intemEJl street 
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Ob. E levated H i g h w a y s in Hong Kong 
08.01 Elevated Highways 
Generally, there are three reasons for the construction of elevated 
highways. The first reason is to provide a lost link between two points. 
They can take place between a newly developed areas and the well 
developed urban centres or two well developed regions. The Shing 
Mun Tunnel between Kwai Chung and Shatin is an example of elevated 
highway linking two well developed regions. 
The second reason for constructing elevated highways is to provide 
a shortcut or a by-pass away from the over-congested urban areas in 
order to increase the speed of transportations and and to help lessen 
the congestion problems. Such by-passes can also be found on the 
existing of original sea coast area like the Island East Corridor and the 
Kwun Tong By-pass. On those areas with reclamation, these seaside 
by-passes would always mark the edge between old areas and the new 
developments on these new reclamation land. 
The third reason for constructing elevated highways is to multiply the 
road areas within the same amount of urban land. For many urban 
developments established several decades ago, the distance between 
buildings and the street space proportion are more or less set up with 
reference to human porportion and the anticipated traffic capacity 
several decades ago. Therefore, multi-level roads are a very effective 
way to increase road areas in coping with the existing traffic needs. 
As recorded in the government documents, the length of public roads 
on the territory has been increasing from 644km in 1947 to 1,730km in 
1996 and 1,904km in 2002, with a rising「ate of 22.9km per year. This 
rate can aiso give us a calculation that 62.74m-long「oads would be built 
per day during the past 55 years. The government would surely be able 
to build what they want in those remote and less dense areas. But in 
those well-developed regions, due to the super high density nature, one 
of the measures to expand traffic handling capacity is the construction 
of elevated highways/ flyovers. As recorded in some government 
documents, the number of vehicular flyovers has bee门 increasing from 
8 in 1947 to 850 in 1996 and 1029 in 2002. And there is still a rising trend 
in the coming decades. 
08.02 SIX Types of Relations Between Elevated Highways and the 
Surroundings (defined by Peter Lau tin-hangj 
Generally speaking, there would be 6 types of relation between 
elevated highways and Its surrounding building settings. They a 
08.02.01. Flyovers in Scattered Developments 
This setting is mainly found in areas like Yuen Long or Sheung Shui 
where small huts or some temporary houses or settlements were 
developed there since the place were put to be agricultural land-use 
several decades ago. Upon the city developed, more and more great 
infrasstrucutures like elevated rail road or elevated highways were 
kept building to provide a better connection to the urban centres. 
Two characteristics of this type is that the buildings surrounded the 
infrastructures are short in height ranging from one storey up to about 
4-5 storeys. Another characteristics is that the distance between 
buildings are quite great ranging from 10m up to several kilometres. 
08.02.02. Flyovers in Very Tight Building Distance 
Thsi setting can be found in two types of developments. The first one is 
taken place inside the urban centres where economic values of land is 
very great like Mongkok and Causeway Bay. The building plot ratio can 
be up to 15. And other case is that they can be found in some areas 
where fabric is set up long time ago but low economic returns hinder 
any「edevelopments. The building height next to the elevated highways 
can be ranging from 7 storeys (20m) up to 40-50 stroeys (150m) and 
the distance between elevated highways and the adjacent buildings 
can be as close as 3-5 metres. 
08.02.04. Flyovers on Harbourfront 
This setting can be found over the coastal areas mainly aiming for 
providing a by-pass road decreasing the traffic loads inside the 
congested urban areas. Some examples are the West Kowloon 
Corridor and the Island East Corridor. The buildings next to the 
elevated highways are usually having a great height up to 40-50stroeys 
(150m) looking for a good seaview. The only difference of this type to 
the others is the elevated is not bound by buildings on two sides but 
0门 one side only. 
08.02.03. Some Space between Buildings and Flyovers 
This setting can be found in those urban areas where some 
redevelopments have taken place like Yaumatei and. Redevelopments 
would usually increase distance between building clusters in order to 
decrease the living density so as to improve living quality. Similar to the 
previous case, the building height next to the elevated highways can 
be ranging from 7 storeys (20m) up to 40-50 stroeys (150m). But the 
distance between elevated highways and the adjacent buildings can be 
more relaxed up to 10-20 metres. 
08.02.05. Intersections of Flyovers on Greater Building Distance 
This setting can be taken place in any places over Hong Kong. In 
order to provide elevated highways on a perpendicular manner, the 
fabric itself can be so close. The building height next to the elevated 
highways can be up to 40-50 storeys (150m). And the distance 
between elevated highways and the adjacent buildings are very great 
up to 100m. 
08.02.06. Flyovers between New and Old Developments 
This setting is caused by a「edamation outside the waterfront where 
there was a seaside by-pass. At first, the old fabric developed 
several decades or even one century before. Later, a seaside by-
pass was built to share the traffic load inside the ageing urban fabric. 
Reclamation take place later The area which was originally a bay is 
turn into a piece of land. New developments take place. This process 
form this setting. Examples are the West Kowloon Corridor and the 
Sau Kei Wan Flyover. 
The building height and building scale next to the elevated highways 
is totally different on both sides. On the old fabric, the building height 
is around 7-10 storeys (25m-35m) and each building lot size is around 
10m X 18m. On the other side, new development,the building height 
can go up to 40-50 storeys (150m) and the building lot size can be go 
up to 100m X 200m. 
08.03 Space Quality and Activities under Flyover 
08.03.01 Inappropriate Programs and Dead Space 
In the past several decades, several hundreds of elevated highways 
had been built in the high density urban centre. Since then, apart from 
the solid and voild relation in the urban fabric, one more element has 
been added into the city. That is the elevated highway platforms. To the 
city dwellers, this canopy is both good and bad. 
In Hong Kong, the streets are spaces for the people to have 
transportations, eating out, travelling , going to work, all kind of 
commercial activities, social encounterings and all kinds of information 
receptions from advertisings. As a matter of fact, spaces under 
elevated highways are penetrable. As long as the space underneath is 
not blocked, it can be foreseen that street activities would be extended 
into those place. It is actually a part of our public space shared by 
us. For those places which are residential buildings dominant, places 
under elevated highways are usually filled up by occupation of the 
old people. They would have their chess matches and other leisure 
activities, just like what people see under tree shades. 
However, the government in many places has tried to perceive this 
space negatively, maybe it has directly associated this space with 
pollutions again. They would in many case block the space with fence 
or planters where plant cannot grow actually. They would sometimes 
filled the space with public toilets or trash collection points. Sometimes, 
there would be some undefined usage which is not beneficial to the 




08.03.02 Possible Programs Inappropriate Treatments 
The government in some districts has identified the potential of space 
underneath elevated highways. Some programs like temporary 
wet markets and leisure parks have been inserted into that space. 
However, in these cases, the way that the government has dealed 
with the space is showing their insincerity in providing a good space. 
What they have done is just to provide a park but not about providing 
a quality park for people to breathe. The picture below is taken in 
the Canal Road Flyover. The government has identified the lack of 
communal and leisure spaces in Hong Kong. However, the park here 
is just a prison with planters, plants and some seats, not to mention 
the quality it can provide. The park is a sign of inviting acitvities. But 
the treatment of the government has made it not welcoming to people, 
not welcoming for activities from taking place. The street and the public 
space here is actually dead. 
09. A i r and No ise Pol lu t ions 
09.01 Traffic Noise in Hong Kong 
Hong Kong is a crowded and densely developed city 
In crowded Hong Kong, everybody is inevitably affected by noise. 
Whether in the home, school or on the street, the roar of traffic, 
construction noise or noisy air-conditioners is inescapable. The 
difficulty in Hong Kong is that there is no perfect solution to noise and 
there are many physical constraints. Many people do not understand 
these constraints and get frustrated. 
Noise is caused by the vibration of air particles in the atmosphere. 
It can be measured on a decibel scale. For instance, a jackhammer 
10 metres away is about 95 decibels, a diesel freight train 25 metres 
away is more than 80 decibels, while a soft whisper in a library is 
about 40 decibels. The government aims to contain road traffic noise 
in residential areas to 70 decibels and has laid down different limits for 
other stationary sources. But clearly, noise remains a problem in Hong 
Kong, despite the efforts and various successes of the past. 
Noise pollution usually attracts a large number of complaints, making it 
one of the most prominent pollution problems. In 2002’ there were 〇ve「 
12 000 noise complaints, about half of which concerned noise from 
domestic neighbours. The「est were mostly against stationary sources, 
such as construction sites, noisy air-conditioners in commercial 
complexes or restaurants. In addition, excessive traffic noise continued 
to affect one million people each day. Excessive traffic noise is caused 
not only by the occasional loud vehicle that passes by, but also by 
prolonged loudness. This is measured in L10 (1 hour) to reflect noise 
nuisance, rather than just the decibel levels of individual vehicles. 
Noise that exceeds 70 decibels for six minutes in one hour - one-tenth 
of the time - is considered excessive. 
A total of 650 existing roads in Hong Kong have excessive noise, 
affecting one million people. There are two obvious solutions: erect 
barriers or enclosures, or cover the roads with a quieter, absorbent 
surface. Unfortunately, both measures are hampered by constraints. 
Barriers are good at containing noise, but there are several constraints 
in using them. They require space, they cannot compromise traffic 
safety and they cannot block vehicle or pedestrian access to buildings, 
ground floor shops and - most importantly - fire exits. Only about 
30 existing「oads are considered suitable for barriers, which will be 
installed progressively. 
The material used for paving roads can contribute to traffic noise. 
Materials that are too rigid o「too flexible are not able to absorb noise 
and it bounces back into the snvironment. The EPD has worked with 
the Highways Department to try and find materials that can help to 
「educe road noise. 
Open-texture pavement cuts traffic noise by one to five decibels. It also 
enhances road-tyre friction and safety through better water drainage 
during wet weather. The matenal is now a standard requirement for 
all high-speed roads where traffic flows over 70 kilometres an hour. 
The government has also initiated a programme to apply open-texture 
pavement to existinrj local「oads where possible. Only roads without a 
lot of heavy vehicles, incline or start-stop actions are suitable, because 
fh'.'so typos of conditions will significantly affect the pavement's 
lifespan, creating other problems. Seventy-two existing local roads 
could meet the requirements and will be resurfaced by 2004 
09.02 Air Pollution from Traffic in Hong Kong 
Hong Kong has two main air pollution issues. One is street-level 
pollution and the other is smog. Diesel vehicles are the main source 
of street-level pollution. They are also one of the contributors to 
smog, which is caused by a combination of pollutants from Hong 
Kong and the region. The Hong Kong Special Administrative Region 
Government gives high priority to controlling air pollution. The main 
approaches include: Implementing a wide range of measures locally 
to control emissions from motor vehicles, power plants, and industrial 
and commercial processes, and working with Guangdong Provincial 
Authorities to establish a joint plan to improve the air quality in the 
Pearl River Delta region. 
Motor vehicles, especially diesel vehicles, are the main causes of 
high concentrations of respirable suspended particulates (RSPs) and 
nitrogen oxides (NOx) at street level in Hong Kong. To tackle this 
problem, the Government introduced a comprehensive programme 
in 2000 with targets to reduce RSPs and NOx from motor vehicles by 
80% and 30% respectively by the end of 2005. The key strategies are 
to: 
- a d o p t tighter fuel and vehicle emission standards 
- a d o p t cleaner alternatives to diesel where practicable 
- c o n t r o l emissions from remaining diesels with devices that trap 
pollutants 
- s t r e n g t h e n vehicle emission inspections and enforcement against 
smoky vehicles 
- p r o m o t e better vehicle maintenance and eco-driving habits 
In our busy streets, air pollution is mainly caused by motor vehicles, 
particularly diesel vehicles such as trucks, buses and light buses which 
emit a large amount of particulates and nitrogen oxides. The pollutants 
are then often trapped in between the very tall buildings along the 
streets. Diesel vehicles account for 98% of the particulates and 75% of 
the nitrogen oxides emissions from vehicular sources. 
Particulates and nitrogen oxides levels on the street have dropped by 
19% and 16% respectively since 1999. The number of smoky vehicles 
on the road has also reduced. About 70% fewer smoky vehicles have 
been spotted since 1999. We are confident to see further improvement 
in air quality upon full implementation of the control measures in the 
years to come. 
09.02 Architectural Design Guidelines from the Environmental 
Protection Department, the Hong Kong SAR against Pollutions 
from Highways 
Except for some active measures in「educing noise and air pollution 
generated from the traffic, the Environmental Protection Department 
has aslo made some guidelines on the architectural designs adjacent 
to the highways or elevated highways. The main strategy proposed is 
to make more o「less opaque box which stretches from the ground level 
up to around 20m high. Residential units are not suggested in between 
this range. For the enclosure treatment, there can be two genrally. The 
first one is to make a carpark with semi open envelope so as to absorb a 
certain level of noise because impact noise would not be reflected. The 
second treatment is about making a blank or opaque facade facing the 
outside world. With the help of air condintioning, it is now possible to cut 
off all relation with the outside now. 
However, for those areas like Tsueng Kwan O o「Tung Chung which 
is not set up with the concept and culture of street life, these kinds 
of treament is surely possible and reasonable because pedestrain 
movements and activities are all designed to be trapped inside the box 
spaces. However, to those areas like Causeway 已a y or Mongkok where 
street lifes and street culture is well-established, the application of this 
kind of podiums is just to simplify the problem too much or even ignore 
the problem at all. In those old areas, people on street would look for 
communications with the spaces and activities inside any buildings. But 
this kind of treatment would surely kill this opportunity to people and 
hence decrease the quality of spaces outside podiums. 
f
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10. Tokyo Pos i t i ve A t t i tude t owa rds Publ ic S p a c e s 
10.01 Tokyo Experiences 
Tokyo is another international city in Asia. There are many elevated 
highways and elevated railway road occupying the street spaces at the 
city level of 10m-20m. However, shops, market, pedestrianized walking 
street are still able to built and run well under 〇「next to the elevated 
highways. And the most important point is that, people are still willing to 
enjoy their city experiences in those places even they are aware of the 
existence of the elevated highways. To the people on the street level, a 
sense of a continuous city is felt. This is an apparent indication that the 
elevated highways are just some "psychological pollution generator". 
The situation may not be as bad as what people perceived. 
As a matter of fact, pedestrian walkways are always next to the 
vehicular road. Therefore, actually, city walkers are actually get used to 
this situation. And everyone in the city are not really that reluctant to the 
road as seen. Elevated highways are actually another vehicular「oad at 
city level of 10m -20m. It makes no difference between a road on Om 
and 10m. So there is not a clear ratinoale behind cutting all relation with 
a road on 10m level but have to provide commercial opportunities to a 
road on Om on the other hand. 
From the Tokyo experiences, it is believed that the matter of traffic 
noise o「traffic air pollutions can be「educed or even cut off by other 
more positive measures but not to escape from traffic noise and air at 
the expense of adjacent architecture. Moreover, getting rid of air and 
noise pollution is not escape by the receivers. To be more positive, it 
should be to stop or minimize the generation of pollution rather than 
killing the benefits we are holding in our hands. 
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11 Spat ia l Cont inui ty m Hong Kong 
11.01 The Natural Pursuit of High Level of Continuity 
Continuity is a pursuit of a spatial quality. It is rather abstract. It is not 
about the function of a city but about the image and the coherence of 
the whole community. In a hyper-density city like Hong Kong, in order to 
obtain the benefits from division of labour, the city is actually divided into 
different clusters and parts by functions based on their relative economic 
values. Because of these separations, the importance of linkages is 
undoubtedly under our prime concern. Publics spaces in hyper density 
cities are more important than those in the developing countries and 
old villages. The importance of public spaces is not limited to providing 
a linkage people as what we have before but also providing a kind of 
leisure spaces, entertainment spaces and also gathering spaces. It 
is now a glue to people and the society. Therefore, it is normal that 
architecture and urban designers would be devoted greatly in making a 
nice public environments for their people inside. Designers would like to 
make every metre square as welcoming as possible. Desingers would 
like to make every bits of the public spaces as an event space and allow 
something to take place. Therefore, people can have their enjoyment of 
life in those areas, having a chance to gain from collective memories. 
That is quite a unique pursuit to those people living in a hyper density 
city. 
High level of urban continuity is especially important for those old fabric 
which is was set up several decades ago based on more humane 
criteria. Street spaces are platforms for all people. People have all their 
public life on the street. Therefore, high level of spatial continuity is 
especially important to old and high dense fabric. 
A highly continuous city is one which evokes a strong mental image 
because it has strong "personality", "character" and a门"identifiable" 
spirit. Except of the city form quality, a high level of urban continuity 
can also provide another important meaning for a city in its long 
term development which provides a hint or a guideline for the later 
generations in developing the urban fabric and urban culture. 
The success or failure in building an urban area with high continuity 
directly affects a city's imageability & identity and the long term urban 
development patterns. The term "imageability" refers to the "quality in 
a physical object which gives it a high probability of evoking a strong 
image in any given observer" (Lynch, 1972). Imageability, however, 
is not limited to specific components, landmarks or physical objects 
of a city, but rather refers to the holistic image of a city in the eyes of 
residents and tourists; its color, shape,「hythm, arrangement, buildings, 
environment, ambience, and people. Through these qualities the city 
evokes meaning, expressiveness, sensuous delight, stimulus and 
choice (Lynch, 1960). 
Apart from the theoretical belief stated by different scholars, there is 
really a great need f〇「us to build a highly connected social interface. 
We have all our social gatherings and social activities in the valuable 
urban spaces. A highly connected city fabric provides us with more 
opportunuity to interact with others. This would effectively help build up 
a more intimate： and closer community. 
A segregated city does not only mean a physical separation only. It 
also mean a separation of people. In Hong Kong this hyper-density 
city, we have a long history of having great interaction with others. 
Therefor*；!, we have to saveguard this highly connected city and 
「們mote 3 highly connected community. 
11.02 Pedestrian Environment for Spatial Continuity in Hong Kong 
11.02.01 Footbridges and Subways 
In the past, footbridges In Hong Kong were provided mainly for 
pedestrian traffic along steep terrains or over streams. However with 
the rapid increase in population and economic development since 
1960's, there was a need to grade separate vehicular and pedestrian 
traffic by footbridges and subways to improve the road safety and 
traffic flow capacity. The first grade separated footbridge across 
Leighton road near Victoria Park was constructed In 1963 and the 
subways at Kowloon City Interchange constructed in 1972. 
Footbridges and subways allow a continuous flow of pedestrians 
through junctions without the need to wait at the kerb-side to cross and 
also reduce traffic congestion. In the 80's footbridges and subways 
evolved from simple crossings to interconnected systems of elevated 
o「underground pedestrian walkways. The elevated walkway along 
Connaught Road at Central District is a successful example. 
The Government gives serious consideration at planning stages to 
choice of structural form, layout and finishes to encourage people to 
use footbridges and subways. All newly constructed footbridges have 
cover to protect the pedestrian from sun and rain. Ramps are provided 
for the aged and disabled unless the site constraints make them 
impractical. Escalators are provided where the pedestrian flow is high. 
Lifts have much limited capacity and provided only for very special 
circumstances. 
Not only the structural form of footbridges and subways changed over 
time, the materials chosen are also being changed. For example, the 
old footbridges along the Bowen Road were constructed of masonry 
stone. In the 60s, quite a number of footbridges were constructed of 
limber. Due to the high maintenance cost, they have been replaced 
by steel and concrete footbridges. At present, most footbridges and all 
subways are constructed of concrete, because they are more suitable 
to the local humid climate. 
Footbridges and subways are usually located at prominent positions 
and their aesthetics have direct impact on our city's appearance. 
Design of all footbridges and subways focus very much on aesthetic 
aspects including landscaping to enhance their aesthetics. Greater 
emphasis on appearance in recent years has also given impetus to 
the development of chromatic schemes with different colours. The 
Government has set up the "Advisory Committee on the Appearance 
of Bridges and Associated Structures' which is responsible for vetting 
these aesthetic designs. 
Hong Kong will become a modem metropolitan city where the vehicular 
and pedestrian traffic are mostly segregated in the future. With the 
various footbridges and subways, pedestrians would enjoy much mo「e 
freedom and leisure to walk along without interfering with the vehicular 
traffic. 
11.02.02 Summary on Design Guidelines for Footbridges & Subways 
With reference to the "Transport Planning & Design Manual: Volume 2" 
published by the Transport Department, design guidelines for footways, 
footbridges are summarized as follows: 
Footways 
01 Footways should be sufficiently wide to minimize any tendency for 
pedestrians to walk along the carriageway. 
02 The minimum widths of footways according to pedestrian volume 
and type of frontage development are the following table: 
Minimum Width of Footways in Urban Area 




Pedestrian Volume j Main Frontage Development 
(ped/min) 
75 I Residential Low Density 
115 ！ Residential Medium Density 
120 ； Residential High Density 
150-200 丨 Commercia l and in front of Cinemas 
03 Footway capacity may be taken as 50 persons per metre width 
per minute after deducting 1m on shopping frontages and 0.5m 
elsewhere for dead areas. However even at this level of flow 
free passage can be described as "inconvenient'. 
04 丨门 the vicinity of bus stops the footway widths shown in above 
table should be increased by one metre wherever possible, 
and particularly where peak flows exceed those given In the 
following table. If bus shelters are to be provided, however, a 
width in excess of one metre will be required to accommodate 
the shelter itself. 
Level of Flow when Additional Footway Width at Bus Stops is required 
Frontage Development 
1 •“-
1 Flow (ped/min) 
Residential Low Density 30 
Residential Medium Density 60 ； 
Residential High Density 
’一 — — - — - - -. —.~~——-— - — - — — _ _. • — .. _ — 
85 1 
Commercial 8 5 丨 
Footbridges and Subways 
01 
02 
In urban areas all pedestrian footbridges and elevated walkways 
including approach steps and ramps should have covers. 
In front of display windows an allowance of 0.5m dead width 
should be subtracted from the clear width available, when 
calculating capacity flows for pedestnan bridges and subways. 
Capacities for Footbridges and Subways 
'^ef^tion 丨 Capacity Flow (ped/metre/mm) 
L‘,‘7‘:1 j 50 
— -- - ---
j tair-, or rrjrnps | 40 
Design Standards for Footbridges and Subways 
Footbr idges — . — • —— - -- — • —-




Desirable max imum gradient 
Normal max imum gradient 
Absolute max imum gradient, to avoid s tepped ramps 
Centre line of circular ramps should never exceed 
Desirable max imum effective gradient of s tepped ramps 




10 0 % 
12 0% (thort lengths onl/j 
14,0% 
1 8 , 0 % 
Stairways max imum height of risers 
Absolute max imum height of risers 
max imum height of thread 
max imum height of thread 
Desirable max imum height of thread 
Absolute max imum height of thread 








； i 1 ： 
；Handra i l s 1 Handrai ls must be provided on both s 
j should be given to the provision of ce 
！ 
；ides of dl) ramps and stairways, and considerat ion ： 
•ntral handrai ls on stairways 4 0 0 0 m m wide •「more 
Escalators at Footbridges 
Based on the findings of the report the following guidelines regarding 






Escalators may provide added inducement to pedestrians to use 
a footbridge. 
Flows of at 丨east 15400 persons per day are required to justify 
on time savings alone a 1 02m wide ascending escalator over 6m 
of travel height, for descending escalators the figure of four times 
this is「equired. 
Operating capacities range between 112 persons/minute to 150 
persons/minute. 
Escalators in the Territory generally have an angle of inclination of 
30 degrees. 
Widths of escalators can vary considerably, depending on the 
location, aesthetics, and other similar matters. However 
escalators for footbridges should not generally have an effective 
width less than 1m if pedestrians are to be allowed to pass one 
a 门 other 
If descending escalators are used care should be taken that there 
is sufficient reservoir space at the foot of the escalator. Preferably 
descending escalators should not discharge pedestrians onto the 
footway directly in line with an adjacent carriageway which they then 
may be required to cross at grade Waiting pedestrians can impede 
the flow of pedestrians being discharged from the escalator, orthose 
pedestrians being discharged may because of their momentum attempt 
to cross without paying sufficient attention to approaching vehicular 
traffic, 
11.02.03 Elevated Walkway Networks for Residential Areas 
In Hong Kong, a large-scale public and private housing development 
should have self-sustained facilities to support the residents' needs. 
Each estate contains civic amenities and commercial facilities like a 
central shopping complex. There are different modes to deal with the 
residential blocks and facilities within an estate. Jat Min Chuen is one 
of the public housing estates managed by Hong Kong Housing Society 
in Shatin. In this estate, the three scattered residential blocks are inter-
connected by an elevated walkway which serves as a physical linkage 
There is no complex shopping arcade in the estate. AN the public 
facilities and services, such as schools, community center ana market 
are taken place along the walkway. It demonstrates that every function 
has its own formal equivalent which is at once recognizable for what it 
is. Its organization is not rigid. 
And there is an old example in Kwai Shing Estate. There are more than 
10 blocks built on a hill slope. In order to create a connect community 
on the hill slope, the government has built an elevated walkway 
network which penetrate into all blocks with the use of their public 
corridors, stretching over 3 general levels on the hill slopes. Therefore, 
some corridors in each blocks were serving both the traffic of that floor 
and also serving the movement of the whole estate forming a public 
corridor. 
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The developers and designers have been conscious with the great 
mass on the elevated walkway recently. The great human movements 
have brought with the structure commercial opportunities. In Shatm, 
there is a walkway network stretch from the KCR station to several 
kilometers away and linking up more than 10 shopping arcades of 
different scale. On that platform, the walkway is now not only serving 
the function of human movements but also supported by shops. And 
in some parts, communal and leisure facilities like wooden seats are 
provided to allow the elderly people to have a rest. 
Advantages 
01 It can build up a sense of community and identity. 
02 It provides a safe environment for the residents. 
03 The horizontal connections between vertical structures 
effectively created. 
04 It can be a good shelter on the ground level. 
Disadva 门 taoes 
01 There is no system of contained exterior space. 
02 Too many level changes lead inconvenience to the elderly and 
the handicapped. 
03 It provides no spaces for activities from taking place. For example, 
the walkway provides a good opportunity for the government or 
management to set up a unique communal spaces for the people 
it is serving. However, there is no leisure spaces or other facilities 
on that walkway. 
11.02.04 Shopping Mall Incorporating Public Corridor 
In many newly developed areas like Sheung Shui or Tuen Mun, there 
are many mega shopping arcade or shopping malls. The concept of 
streets and roads have been changed drastically. In the old areas like 
Causeway Bay or Central, streets were for people.Streets are for their 
social and public life. Streets are also for the transportation of goods 
and people in the city. Therefore, the newly developed city fabric is set 
up like cutting cake into pieces. It would firstly be defined all useful and 
efficient routes of infrasturctures and roads for that region. Secondly, 
the leftover spaces would be the human land. Therefore, in many 
cases, there would an isolated islands having all high volume of traffic 
highways on all sides around. 
In that kind of occasions, there comes a new kind of shopping mall. 
Streets are not what we perceived before. Public spaces are set up like 
a box. Mega podiums are set up to replace to be a new public space. 
In order to build up a new community in those areas, the box spaces 
are mterlinked with foot bridges and the internal circulation of the 
shopping malls are turned to have public activities like what we have 
on the street. 
The main spatial configuration is just in a concentric pattern. The focus 
is usually an attrium setting up an inter-floor spatial connection. Inside 
the attrium, it would be set up a focal point for the pedestrians. In tuen 
Mun Town Plaza, the attriums are set to have some ad-hoc exhibition, 
stages for performaces and other ad-hoc functions. The second ring 
would be the circulation spaces which area devoted to be both an 
internal circulation and a门 external circulation. The circulation would be 
usually in a loop form where the sense of direction would be lost in the 
space: in order to suggest people to stay and spend money. Usually in 
Hong Kong’ these kinds of "streets" do not allow any ad-hoc activities 
and other streets acitivities like the hawker selling. They would just be 
devoted to commercial activities or circulation mainly. The third ring 
would be usually the small shops for many selling activities. The fourth 
ring would usually be some bigger shops for activities like restaurants 
or supermarkets. In addition to shops, the fourth ring would also be 
the building services like staircases, E/M, lavatories and other spaces 
for services which prohibits the people inside to get a contact with the 
outside world. In this kind of spaces, the provision of a continuous 
space is just a by-product. Their main idea is just to capture human 
flow inside and maximize the sales opportunities. In these areas, 
the outside city is ignored. The shopping malls are actually the city. 
Therefore, they do not provide a link with the city. 
•kJl 
11.03.02 Frankfurt Centre Competition, Candilis-Joslc-Woods 
In April 1963 a competition, Woods used an Idea of WE已 to cover a 
large urban void with a multi-level matrix providing an infrastructure 
of circulation and services. The grid was regular, but its edges were 
negotiated around existing buildings. The grid was regular, but its 
edges were negotiated around existing buildings. The grid incorporated 
a few historical monuments such as the cathedral. 
The module of these square bays would have corresponded to the size 
of the existing net of pedestrian ways in the immediate vicinity of the 
site Each of these bays would be subdivided into a 25 foot 5 Inch and 
15 foot 8.5 Inch tartan grid arranged according to an a:b:a:b:a rhythm 
The proposal consisted of multi-level distribution grids containing 
the mechanical services and corresponding to a circulation net or 
horizontal or inclined ways. The system retains a certain potential for 
growth and for change. 
The levels above grade would be capable of accommodating a variety 
of uses including a historical museum, a music school, libraries, a 
youth center, galleries, a cinema, a cabaret, restaurants, offices, 
shops, cafes, and dwellings. The open labyrinthine principle of space 
occupation was to have been fed by escalators running along the 
rights-of-way and by elevators at the midpoint of each square bay. 
11.03 Foreign Examples 
11.03.01 The Ponte Vecchio, Florence, Italy 
Ponte Vecchio crosses over the Amo River at Florence in Italy, It has 
two pillars and three arches and holds 43 shops It functions as a mean 
to access the water and contains the multiple forms of a street, a 
market, and a square. 
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12. K a m p i n g Publ ic Spaces 
12.01 Ramping Street 
Hong Kong lacks flat land. This what we have to face since Hong Kong 
was developed. When the Hong Kong Island was first developed in 
the 19th Century soon after the British Conquer, due to the physical 
contraints, many streets in Hong Kong were therefore developed in a 
sloping form. Many examples can still be found nowadaysm such as 
the Pottinger Street, the Lyndhurst Street, Wyndham Street and SOHO 
areas in Central. And people can also find they provide a lot of chances 
of social and commercial encounterings even the gradient there is out 
of our human comfort. Therefore, it is then believed that the possibility 
of building a ramping space network in Hong Kong is quite high since 
people has get used to this 
More, there is a very clear trend that in many of the congested and 
busy areas like Mongkok or Causeway Bay, a vertical expansion of so-
cial and commercial actvities is recorded due to the great land price of 
the ground floor commercial spaces. In those areas like Mongkok and 
Causeway Bay, 2nd floor or even 3rd floor shops or social spaces are 
often found on some commercial buildings o「residential buildings in 
which there is no any cormection with the city street at all. As a matter 
of fact, the greater the connectivity between the 2nd or 3rd floor shops 
and the city the greater the commercial chances. Actually, building a 
ramping spatial structure can multiply the length of a street and also 
bring great commercial opportunities. 
A ramping spatial network does not only mean to suggest a re-weaving 
of urban spaces on both sides of the flyovers, it does suggest a better 
solution on greater connectivity between expanded urban activities into 
discrete buildings and the street, bringing a greater coherence in the 
city elements. 
珊 難 : : 
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12.02 Ramping Gradient & Escalator Controls 
Design Guidelines for Ramps for Footbridge and Subways 
2m (except on stairs to tram or similar platforms) 3m 
Desirable max imum gradient 
Normal max imum gradient 
Absolute maximum gradient, to avoid stepped ramps 
Centre line of circular ramps should never exceed 
Desirable maximum effective gradient of stepped ramps 
Absolute maximum effective gradient of stepped ramps 
8 3% 
10 0 % 
1 2 0 % (short lengths only j 
1 4 0% 
Undoutedly, the disvantage of a「amping network would be the length-
ening of the walking distance. Such as the case of the Canal Road 
Flyover, the horizontal distance of two points from the Times Square 
to the Wet Market is about 100m which would only spend around one 
minute to pass through. However, in a ramping space with gradient 
of 1:12, the distance have to be travelled would be more than 6 times 
of the horizontal distance. Therefore, in oreder to attract people to go 
up and pass through the space. A more gentle ramp would have to be 
provided in the first 6-8m rise in altitude. And for the remaining part, 
in order to shorten the distance and increase the attractiveness of 
the spatial network, some escalators can be added in order to pump 
people up to the leisure spaces op top of the elevated highway. Except 
for the provision of escalators, in order to allow a comfortable move up 
to the top of the elevated highway, the ramping gradient can be greater 
in steepness in the first part of ramping journey and can become more 
and more gentle when people moving up inside. 
And one more concern is about the width of ramping spatial network. 
In order to attract people from moving and staying onto the ramping 
network, the internal「amping street must be at least 5m in order to 
have noth function mentioned. 
Suggested Design Guidelines for Ramps for the Proposed Network 
MIn Clear 
Width 
5m. preferably than 10m ： place 
Ramps Desirable maximum gradient 
Normal maximum gradient 
Desirable maximum effective gradient of stepped ramps 
Absolute maximum effective gradient of stepped ramps 






12.03 Attractive Qualities Enhancing Pedestrian Experiences 
Pedestrian circulation is more scope and complexity of movement than 
any other form of transportation. Pedestrians have much freer system 
of routes that Is impossible for vehicular system. Being free from the 
restraints imposed by traffic, area provides an opportunity for creating 
stimulating spaces socially. Sometimes, hawkers would sell things at 
the traffic-free areas such as squares, footbridges and subways in 
Hong Kong. 
Pedestrian Experience 
The followings are some design guidelines or considerations of 
designing pedestrian environment which is extracted from "Time-saver 
Standards for Architectural Design Data" ed i ted by John Hancock 
Callender. 
13.02.01 Amenities 
The purpose of pedestrian circulation system is the connection it 
offers between various natural or cultural amenities, including the 
attraction of human activity. Social interaction, both passive and active, 
is important and is the primary determinant regarding enjoyment of 
a place, Because the activity of watching other people is universally 
appealing, spaces to gather with ample opportunities to sit are crucial 
to the success of most places The availability of food and the activity of 
eating is a strong stimulus which attracts significant numbers of people 
to a place. Vendors are often encouraged to operate in pedestrianized 
environments. 
13,02.02 Spatial Considerations 
The human environments most appreciated are those characterized 
by a strong degree of spatial enclosure In this regard, it is important 
to remain cognizant not only of weak spatial structures in outdoor 
environment but also of the differences between transitional space 
and nodal space. The "modulation" of transitional space and the 
'•hierarchical ordenng" of nodal space can enhance the pedestrian 
visual-spatial sequential experience. 
13.02.03 Sensory Stimuli 
Aesthetic aspects of pedestrian circulation refer to the myriad sensory 
and intellectual "experiences" enjoyed by pedestrians when moving 
through various environments. Environmental factors that contribute 







The following table lists some of common sensory stimuli in pedestrian 
environments: 
Sensory Category Examples of common stimufi 
Tactile — Benches 'and sea fwa i l s 
Sittable ground surfaces 
Textures underfoot 
\ A » r w a i e r 
Food and dnnk 
A K • f i t <-> f 1 1 r O 1 f ^ <-t r» 
A r c n K e c � u r a 丨 T 3 C 3 Q e 5 
Human contact 
Auditory Play activities 
Music and song 
Vendors 
Foot traffic on various pavements 






Sun and shadow 
Q t ^ A r c i f r o n t a H u p r t i c A m ^ ^ n f ^ 
1 












1 Olfactory Restaurant doorways 
j Outdoor cafes 
Fresh air ！ 
1 
Moreover, traffic-free area benefits the image of the city by the 
pedestrian activities. For the tourists, they will perceive a city's 
character determined by its street activities. Urban spaces often 
represent an entire city; they are places with a constant stream of 
people and activities. It is positive if the city center is pedestrian 
oriented. For local citizens, they can gather for various social purposes 
at there such as public meeting and political rallies In fact, Hong Kong 
lacks of center of city. An open space functions as both civic space and 
gathering place. Civic space is built up by pedestrian activities. The 
followings are some investigations on the pedestrian amenities and 
civic spaces in local and foreign places. 
13 P o d i u m Des igns in H o n g K o n g 
13.01 Extracted from a Book Discussing Hong Kong Public Spaces 
我們的美麗廣場 
年朿，香港的 i t 菜物在成不低•效益高的 
大前提下•發展商部帝 2以最商速的方法去建成 
其物言•從而滅欣其高地 f f ? 的利息负擔•而大部 
盼的廷荡師以為商家极務的精神•以最快的違度 
去 完 成 設 計 I 及 最 C 的 成 本 把 建 猫 物 完 成 • 在 這 
法 i奇况下• " ^本港大部份的廷澳設計只能傲一些 
丧表面的工夫•如玻璃幕; 1身就 f t表先進、.現代 
f匕•雲石大堂挽是商资，後現代丨匕的圓形、三角 
彭就是冇品味 ,空氣刹较就是必 ? S 品’建壤物愈 
大就是念冇氣滚、^fif架势•/：！^而大承在只求有瓦 
•块乏迷链設計文化•如淡的情况下‘再^上 
攻 符 在 该 與 域 設 计 的 攻 策 上 • 又 沒 有 平 衝 
短期商業利益與長期 -述菜設計衆； r 封香港市设 
說與生活素《的影各‘以上的條阵就受成了香港 
違 項 a 計 的 金 科 玉 维 了 。 
至落在词进〉：??的時代? I场就是以此金科玉律 
設 : t i S n ’ 金 色 的 拽 璃 薄 睹 、 啡 色 的 客 石 、 完 全 
的空氣统、後現代 ? §言等典望的香港「商级 J 商 
業 a实所裔的成功要素•艮是•迈伐日：针技? h钱 
两达受的巨 S ^ 买 计 劃 、 在 R 求 r l 期 利 . 罚 的 情 況 
下 ’ 一 些 深 . ‘ 3 的 問 超 ， 如 北 巨 S 廷 物 對 四 阁 3 1 
勺 違 场 技 、 對 行 人 、 對 環 境 、 封 闲 I S 的 生 3 文 
化、封空 a 的 " ^港域市設計會有哪方面的影季？ 
主其这话設計上面是完全沒有考; «到的•面設計 
是一丨皇過份把問題W化的〔喪 i t工其面巳> 
時代,’若场？一部丨定太空來的巨型太空々丨} ’ 
計就是以街為呀念，彳连十年來分展了一奋香港公 
共空間的枓色’大卞在 i f j 上這汗不同 S ^ S a ^ j 活 
勤：街是開放的，：^於活力和彈性. S 為街是.由 
f f : 多不同的单元組戎；不同的業主 .布不同的也 
各 • 有 不 同 商 某 活 勤 去 迎 合 下 同 視 的 苦 要 ； a 
此 有 海 安 茶 努 窃 ‘ 育 成 功 文 - •記洋.现等等 
各 有 转 色 與 吐 格 的 小 S 荷 I t “ 抱 比 之 下 ， 時 代 
場 i i f t 统 一 性 的 巨 2 贷 K 就 不 是 從 街 的 文 丨 ( 1 展 
出 來 ’ i S f i 商權文比齐 : f i 的是 f i t 并氛淡 .故此一 
^^  美學上；^！丨？言性；？上韶耍合乎商定下的 
‘每商 )都會育芬 : S •奴、 &丹奴等等• ^喻 
户跨的大企笑，商- • J X 化 i U 丨閉的，行人是在商 
場 ; 面 走 ’ —^’；？^是大趕："^Al：天的吟汰，空氣 
^^？》是很纤视 ’ to是從節能源到環境fiUI ’ ‘ 
• f i 大 3 i 的 i ^ ? L • i 映 i l ^ > 於建設的 .在設計上，又 
不 可 以 花 太 多 及 時 間 去 改 進 巨 型 迷 嚷 彷 面 對 的 
兩 丨 3 問 題 ‘ 是 ! i 免 爭 澉 烈 的 商 業 文 化 的 现 , 
大 ' . i c耍的枕是平，說，正• 
,苦果將來全香港的缝;.都是 i i彳企太 
空 船 的 , i M ：怎樣的一回私？沒有街的香港 
- ？ i • ？ d 培 徘 出 來 的 . 资 孰 怎 龙 理 ？ 將 來 庄 , 
旺i<\、在；? f f 、 中 上 , 會 不 F i i 出 现 與 時 
^^  '^‘！扣过的it场iyi ？ 而 它 n 的 拍 & , 是 金 色 、 
古 i H f t ’ 是 丨 t ： 現 的 份 紅 份 ？ 
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14. Theore t ica l S tud ies on s o m e Concep ts 
14.01 Urban Fragmentation 
"The modern concept of a major street what he is 
passing through. If not depressed, the road is elevated above 
the city streets, which improves the drivers' view, but imposes 
even more of his noise on the abutters. The division of the city 
is more severe： and there are dark： unusable spaces underthe 
roadway. While the freeway in the country is often a beautiful 
accomplishment of modern engineering, its insertion into the 
urban fabric has never been properly solved. Proposals have 
been made for joint development of roadway and flanking 
use in one single, designed structure, but these have never 
been implemented. “ (Extracted from "Kevin Lynch. P.430, the 
Theory of Good City Form, the MIT Press. 1981") 
In different context, the insertion of elevated highways does 
create different problems. Apparently, the elevated highways have 
surely created some lost spaces, noise pollution, air pollution and 
incompatible elements in the urban fabric. In those natural landscape. 
This insertion can pose a very great destroy to the nature. Maybe in 
dense urban areas like what we have in Hong Kong, the problems of 
urban fragmentation is of the vital importance. 
The US cites had undergone an urbanization process long before 
Hong Kong. Of course, they would also encounter the similar problems 
as what Hong Kong experienced. Some famous scholars like Professor 
Kevin Lynch in the MIT had tried to trace the origins on elevated 
highway-city relation, city fragmentations and measures to get rid of 
that. And there is a rising number of people and researchers start 
defining the urban fragmentation problems and start re-absorbing the 
flyovers of great horizontality. 
Yet, there are not really many theories or research studies directly 
pointing to my topic of "bu i l d ing a con t inuous city w i th the 
par t ic ipat ion of elevated h ighways" . However, the issue can 
be further broken down into some smaller elements for detailed 
investigations. They are Edges, Urban Continuity, Lost Urban Space 
and Lost Spaces ins ide Edges. Based on this structure, a number of 
theoretical studies are carried out so as to give some insights on the 
topic. 
14.02 Urban Continuity 
Urban continuity can be said to have two meanings. One of them is 
more concerned with the urban forma quality and the other is more 
concerned with the continuous cultural development in the developing 
city. 
In this thesis, urban continuity is more on the discussion of urban 
form quality in affecting human sense in the city. A highly continuous 
city is one which evokes a strong mental image because it has strong 
"personality"’ "character" and an "identifiable" spirit. It can provide 
the city cKvellers a good sense of orientation and security. It can also 
provide a hint or a guideline for the later generations in developing the 
urban fabnc and urban architecture. 
14.02.01 I kevm lynch's definition 
Kevin Lynch has in his famous book, the Image of the City, stated ten 
formal qualities with which a good image of the city can be attained. 
Quality of Continuity is among the ten vital qualities he had mentioned. 
And his study was more on the side of formal qualities of a city rather 
than on the cultural dimensions. 
"Continuity: continuance of edge or surface (as in a street 
channel, skyline, or setback)： nearness of parts (as a cluster 
of buildings); repetition of rhythmic interval (as a street-corner 
pattern): similarity, analogy, or harmony of surface, form, or ‘ 
use (as in a common building material, repetitive pattern of 
bay windows, similarity of market activities： use of common 
signs). These are the qualities that facilitate the perception of 
a complex physical reality as one o「interrelated, the qualities 
which suggest the bestowing of single identity. “ (Ex t rac ted 
from "Kevin Lynch, P. 106, the Image of the City, the MIT 
Press. 1960") 
In this portion, i can learn that in relation to K. Lynch defintions, 
actually, Hong Kong is undergoing a process cf "Urban Fragmentation" 
14.02.02 I idea in good city form theory 
Another dimension is a relatively longer term concern. It is more related 
to a city development and city growth. Professor Kevin Lynch had spent 
a long time in formulating a theory of good city form. In that theory, he 
was particularly concerned with a long term development of city. This is 
more related to the discussion of the abstract qualities of what a good 
city should be. That is what he called continuity. "The good city is one 
in which the continuity of this complex ecology is maintained white 
progressive change is permitted." (Extracted from "Kevin Lynch, P. 116, 
the Theory of Good City Form: the.MIT Press, 1981") 
In attaining this long term continuity, he had stated five performance 
criteria. They are Vitality, Sense, Fit, Access and Control. Among the five 
points: Fit is concerned with the level of appropriateness of the settings 
and other elements in the city, whether they are setting as what the city 
and the city dwellers want. 
In the case of flyover insertion, lots of de-programmed spaces were 
created at some locations with extremely high volume of human 
penetration and human traffic. For many cases, there are only some 
utility programs like toilets and rubbish collection points. It is very clear 
that these public spaces are not functioning well in terms of long term 
city growth continuity. And the other important point for my thesis is the 
Access criteria, whenever people cannot find their way through the 
urban areas or interrupted by some obstacles, they would feel that is 
not continuous. 
And in many cases, the insertion of flyover has created a very strong 
visual blocks to people. It does not suggest people to move forward. 
And in may cases, the flyover has really stop people from penetrating, 
therefore: it is just like the criteria of "access". In a long run, if many 
of the city parts are not accessible, it would negatively affect the city's 
continuity. 
14.03 Edges 
As perceived by many urban designers and theorists, elevated highway 
is a kind of linear cutting edge which would separate the existing urban-
fabric into pieces, causing stoppage on developments, blocking people 
from moving freely. Edges can also be the linear elements which 
possess very strong directional quiaity. There can be many kinds of 
edges in the city, like wall, river, highways, railways, etc. To look at 
edges alone would not be meaningful, it could be viewed in the「elation 
with the city fabric. 
14.03.01 I kevin lynch defintion of edges 
Kevin Lynch can be said to be one of the most influential scholars in 
studying about the relations between elements in modernized urban 
form. In 1960, he has put fon;va「d the famous urban theory, the Image 
of the City, to describe a mental map and people's visually perceivable 
images of the city. He has categorized all types of establishments, 
buildings and visually perceivable city elements into five basic 
composition elements, namely, Paths, Edges, Districts, Nodes and 
Landmarks. In the section of "Edge", he had pointed out that "edges are 
linear elements not considered as paths: they are usually the boundaries 
between two kinds of areas.“ 
In relation to this definition, elevated highways has actually possessing 
the quality of edges which would break the urban fabric into pieces. 
14.03.02 I kevin lynch defintion of elevated edges 
From within the Edges category, he had also identified a number of 
types of edges. Elevated highway can be categorized into the stream of 
elevated edges or overhead edges which is fundamentally different from 
those clear and sharp edge like city wall and city moat in terms of human 
penetration level. Although, elevated edges are forming a kind of visual 
barriers and forming a sharp cut onto the urban fabric composition, 
the highly penetrable nature of those elevated edges had made them, 
maybe, a new and effective orientation elements and even gathenng 
spaces for the city in the future. 
"The elevated railways of Jersey City and Boston are 
examples of what we might be called overhead edges 
.Yet high overhead edges, which could not be barriers at the 
ground level, might in the future be very effective orientation 
elements in a city. “ {Extracted from "Kevin Lynch. R 62-66. the 
Image of the City, the MIT Press. 1960') 
• In terms of human movement blockade, elevated highways are not really 
forming a very strong cut to human movement. But as it is elevated from 
the ground level, visually they are very prominent. And most importantly, 
the spaces underneath the flyovers are usually not well utilised. 
This is also one of the issues that create urban discontinuity. That is 
programmatic discontinuity. But there is also a very clear potential that 
the elevated edges can be transformed into a uniting seam. 
14.04 Lost Urban Space 
Lost urban spaces in Hong Kong are those spaces which were originally 
beneficial to urban activities, public gathering and enhancing the city 
developments. But now because of different reasons, the spaces 
lost their quality of holding people together. They are now just having 
nothing to happen. In the case of flyover, there are lots of lost spaces 
underneath flyovers which do not have any proper programs there. 
14.04.01 I roger trancik's definition 
"Generally speaking： lost spaces are the undesirable urban 
areas that are in need of redesign - antispaces. making 
no positive contribution to the surroundings or users. They 
are ill-defined, without measurable boundaries, and fail to 
connect elements in a coherent way. On the other hand, 
they offer tremendous opportunities lo the designer for urban 
redevelopment and creative infill and for rediscovering the 
many hidden resources in our cities. “ {Extracted from "Roger 
Trancik, PA, What is Lost Space?, Finding Lost Space-
Theories of Urban Design, the Van Nostra 门 d Rein hold, 
1986') 
In his book, Trancik has identified five causes generating lost urban 
spaces. They are, 1. greater demand for mobility resulted in a increase 
construction of highways and flyovers; 2. modern attitude of making 
individual buildings which ignores the city as a whole; 3. urban renewal 
projects inject new spatial identity into the fabric without responding to 
the original fabric; 4. urban spaces are now privatized and leaving many 
spaces empty; and 5. a structural change of the community landuses 
owing to the structural economic change. 
14.04.02 1 redesigning lost spaces 
Hong Kong is a walking city which is not the same case as those cities 
in the US. We have extremely tight urban fabric. The problem of lost 
spaces is particularly acute here in this city. There is no point of leaving 
a space empty. 
When developing the lost urban spaces, it would be of a vital importance 
to reconnect the fabric and settings on both sides of that lost urban 
spaces. It should not only develop and design an architecture standing 
alone. Redeveloping a lost urban space does not end at reusing that 
space only but to provide or even enhance the whole city structure. 
The challenge is that those architecture or spaces adjacent to that lost 
spaces may now not respond well to that lost space. Therefore, it is very 
important that redeveloping the lost spaces together with reestablishing 
a sharp and clear connection with the disconnected fabric on the 
surroundings. 
"Maybe we finally have to understand that history and 
environment are the two faces of architecture that no building 
stands alone. And those architectural solutions however 
brilliant cannot overcome the limitations of the urban fabric in 
which they are placed. “ (Extracted from "Roger Trancik. P. 19. 
What Lost Space'》. Finding Lost Space-Theories of Urban 
[儿.si:jn. th'-j Vrin Nostrand Reinhold. 1986') 
Part D [experimental site 
15. Site Jus t i f i ca t ions 
15.01 Site Justification Gnteria 
In order to test the feasibility of the thesis, an appropriate site has to 
be chosen. There are several criteria in choosing the the testing site. 
Firstly, the site has to old enough so that the fabric proportion is more or 
less closer to the human scale. It is because the smaller the scale of the 
site, the greater the impact of the podium building. In Hong Kong, those 
older fabric would usually have a small street width of around 15m-20m 
and the island size of around 20m x 40m. The examples are to be found 
in Mongkok or Causeway Bay. Theoretically speaking, the smaller the 
fabric scale, the greater the chance a blank podium wil exist. 
Secondly, the site has to be under the pressure of re-developments. 
This is a re-development strategy proposal. There is one symptom in 
looking for a site of re-development pressure, that is the difference 
in the building scale. In a site like Causeway Bay, the difference of 
building scale is so great that there are some great buildings like the 
Times Square and there are also some buildings like the old tenament 
buildings. Theoretically, the greater the difference in the building scale, 
the greater the pressure of re-development of podiums would be. 
Thirdly, there would be a vertical expansion of public activities. In many 
dense urban areas like Causeway Bay and Mongkok, there are a trend 
of activities expansion frmo the city ground level up to even 15m-20m. 
In those areas, the set up of a multi-level seems to be valid and more 
convencing since people there have get used to shop and move above 
the ground level. 
Based on the above site selection criteria, four sites were chosen as 
the initial study sites. They are 01. Flyover in Prince Edward Road 
West, Mongkok, 02. Flyover in Kowloon City Road, Tokwawan, 03. 
Flyover in Tongshui Road, Northpoint and 04. Flyover in Canal Road, 
Causeway Bay. 
15.02 Prince Edward Road West, Mongkok 
The Prince Edward Road West is located in Prince Edward close 
to the Mongkok Police Station. The majority of the buildings there 
were residential buildings in the 70s. The distance between elevated 
highways were relatively larger than the other three sites. And 
there have been already some re-developments of blank podiums 
taken place. And the traffic volume would be the least among the 4. 
Therefore, it can be expected that the traffic noise and air pollution 
would also be the least among the four. 
The flyover is for increasing road areas in the congested areas like 
Mongkok. The flyover is cutting through the well organized fabric. 
However, the flyover is high and thin enough to lessen the cutting edge 
effect. 
Point 01 has a quite different condition with Point 02. Point 01 is tightly 
packed into the fabric, in reestablishing a new connection point. The 
idea of "Adding an object which has connection purpose" may not 
be appropriate, as this would strengthen the cutting edge effect. As a 
result, the possible measure could be blurring the adjacent building 
edges to incorporate the space under and near the flyover.z 
But at Point 02, there is a park which could be a new anchor point on 
which a building can be built. 
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15.03 Kowloon City Road, Tokwawan 
The flyover is located near the heart of Tokwawan where a wet market 
was set up there long time ago. The distance between the The site is 
made up of very old buildings which was built in the 50s-60s having 
around 7 storey. Compared with the site condition to the Prince Edward 
Road West, the distance between elevated highways and 
fJ 丄 . 、.)"」 U z 
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As compared with the MongKok case, this flyover is a cross-district 
type flyover. In this type of flyover, one characteristic is that, the flyover 
width would be very great, possibly with a width up to 30m. 
Point 01 is the typical relation between buildings and the flyover. Old 
buildings are extremely close to the flyover. Therefore, in this type, 
in order to establish a connection, blurring the building edges and 
incorporate with e flyover. Point 2 is another type. New podium and 






15.04 Tongshui Road, Northpoint 
The flyover is located near the heart of Tokwawan where a wet market 
was set up there long time ago. The distance between the The site is 
made up of very old buildings which was built in the 50s-60s having 
around 7 storey. Compared with the site condition to the Prince Edward 
Road West, the distance between elevated highways and 
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As compared with other 3 types, the tightness between the fabric and 
the flyover is not really great. There is still plenty of spaces around the 
flyover. And in terms of disturbances, the flyover has a rather short 
contact point. 
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15.05 Canal Road, Causeway Bay 
The flyover is located near the heart of Tokwawan where a wet market 
was set up there long time ago. The distance between the The site is 
made up of very old buildings which was built in the 50s-60s having 
around 7 storey. Compared with the site condition to the Prince Edward 
Road West, the distance between elevated highways and 
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The flyover is connecting from the cross harbour tunnel to the 
Aberdeen Tunnel. 
Point 01 is the border between Happy Valley and Causeway Bay. 
The setting is that this junction has a multi-directional junction quality. 
And there is a plenty of spaces as compared with other parts. The 
connection could be possessing a quality responding to this. Point 
02 is a very tight fabric and there is a traffic lane inside the flyover. 
The connection establish there should be in another form. Point 3 is a 
roundabout situation. There is a park at that location which is supposed 
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15.06 A Short S u m m a r / o n the Four Sites 
mongkok tongshui tokwawan canal 
fabric tightness 
room under flyover 
height and width 
car inside flyover 
programs under flyover 
public activities 
above ground 
major functions near flyover 
medium loose tight tight 
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16, C a n a l R o a d as the Expe r imen ta l Si te 
16.01 Macro Study - Historical Background 
Compared to Sheung Wan. Central District and Wan Chai, the 
area east of Moir ison Hill including Bowringlon. Happy Valley and 
Causeway Bay was later developed and less densely populated. 
In the early years, the spur behind Morrison Hill was farmland and 
marshland. After the cession of Hong Kong, the Government at one 
time planned to develop the area as the principal site of the mercantile 
settlement, but the plan was abandoned because of poor sanitary 
conditions. Subsequently, the district was developed into a cemetery in 
1843, and a race course in 1846. 
The stream flowing from Wong Nai Chung Village discharged into the 
sea passing under a bridge which was known to the natives as the 
"Goose Neck" Bridge. The district was marshland in the early days. In 
1855. the then Governor, Sir John 已 o w n n g . proposed to reclaim the 
marshland north of Happy Valley. The reclaimed land was known as 
Bowrington. The area along Bowrington Canal was reclaimed in the 
1920s with the aim of providing more space for buildings. Bowrington 
Canal was filled in and only the name Canal Road remains to this day. 
Causeway Bay, better known as East Point in the past, was situated 
east of Bowrington. The development of Causeway Bay could be 
traced back to 1841 when Jardine. Matheson & Co. purchased land 
at East Point and built yodowns. offices and houses, The residence 
of Jardine, Malheson & Co.'s taipans. the Number One House, was 
located at Easi Point Hill. Most of the street names in this district are 
related to the company. In 1923. Lee Hysan purchased East Point Hill 
from Jardine. Matheson & Co. to build an amusement park. The hill 
which became known as Lee Gardens was levelled and developed into 
residential area after World War II. 
After the reclamation works of 1855 and the 1920s, the boundary of 
Causeway 巳 a y was extended considerably. In the late 19th and early 
20th centuries. Bowrington and Causeway 已 a y replaced Wan Chai as 
the mam industrial area. In the pre-war years, numerous wel l-known 
factories such as the China Sugar Refining Company the Hong Kong 
Cotton Spinning: Weaving and Dyeing Company and the Hong Kong 
Ice Company were located at Causeway Bay. However, Tin Lok Lane 
became a picturesque residential area. With the rapid economic growth 
in the post-war years, the factories had moved out and Causeway Bay 
has now become a prosperous residential-cum-commercial district. 
With the construction of the first harbour tunnel from Hung Horn 
to Causeway Bay in the late 70s,, the Canal Road was turned to 
be a space with a flyover on top, allowing vehicles coming from 
the Kowloon side From that time on, the Canal Road was no long 
only a road serving the local people and local traffic. It had been 
tr; jnsformed into an important interchange point in Hong Kong. In 
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the 80s, the government has planned to provide a speed access to 
Aberdeen areas, since the Aberdeen Tunnel was built in the 80s, in 
order to handle the the expanding traffic and the increasing demand 
for mobility, the area was again under great pressure from traffic. In 
order to handle the expanding traffic, the elevated highway had been 
expanded two times. It has been changed from a very nice canal 
where people spend their time, into a space covered with an elevated 
highway of a width of 30m. 
16.02 Macro Study - Basic Urban Compositions 
The Canal Raod area was developed in 2 phases. The first phase 
started since the outlet of the Wong Nai Chung was reclaimed 
for development, i.e. the south of present Hennessy Road. The 
development pattern in that area is more or less following the natural 
contour in that area. Therefore some very irregular and even triangular 
land are found. The second phase was seen from the north of 
Hennessy Road. The 3 bays were set out in a more regular manner. 
They are running parellel fin the east-west direction. Although it was 
developed later, the area now is still claimed to be an old type fabric 
where the dimension was more or less else to human dimensions, 
with an island size of around 30m x 100m each. The basic building lot 
size is still around 20m x 15m. Therefore, it can be believed that the 
interrelation between the street space the the people who are using 
the space is very close. Therefore, architecture have to be repsonsible 
also to the outside city. 
Om ')()in IU(】m 
16.03 Macro Study - Landuse 
Causeway Bay area contained highly mixed landuses. It has Grade 
A offices, commercial buildings,「eisdential buildings, shopping malls, 
and many other buildings which uses are blurred. The only point can 
be seen is that there is a lack of communal spaces, leisure spaces and 
open spaces. Because of economies of scales, there is a trend that 
more and more multi-function type mega malls were built in the area. 
In the mall, it is an exit of the MTR system. It is a place to work. It is a 
place to shop. It is a place to eat. It is a place to stay. Another distinct 
point here is the creation of lost space above and under elevated 
highways. Among the whole street spaces here, 11.58% has been lost 
owing to the construction of the highway, 
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16.04 Macro Study - Significant Buildings & Old Buildings 
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16.05 Macro Study - User Grouop 
The composit ion of users is very highly mixed and Is changing greatly 
during daytime and nighttime.丨门 the daytime, there would be students, 
people who go to work, the housewives, the people who need to take 
bus to the Kowloon side and many people for other destinations. In 
the afternoon, the number of people who come here for leisure and 
shopping would be increased greatly. During nighttime, there would be 
many people who come here for fun and for entertainment until thenect 
morning 4am. 
Weekdays j 
0600-1000 People from other places in Hong Kong come to Causeway 日ay to work by 
different means of tranports. People go to work by bus to the kowllon side. 
Students go to school. Housewives start to go lo market i 
； 
1000-1400 Shops open, in lunch hours, many people come out to have their lunch 
1400-1800 The shoppers start to have their shopping Students go home. 
1800-2200 People go home from work. People have their entertainment here. People go to 
the Kowloon side by bus. 丨 
1 
2200-0400 The bar opens and many people go to the Lockhart Road to have fun 
‘ 




Many people come to Causeway Bay to have their shopping and entertainments, j 
Some people may still need to worK j 
1 1800-0400 Many people comehere for fun. shopping and entertainment 1 
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16.06 Micro Study - Street Compositions and Activities 
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16.07 Micro Study - Potential Point 01 - Hennessy Road Junction 
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16.08 Micro Study - Potential Point 02 - Russell Street Junction 
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16.09 Site Opportunities 
A Link between the Times Square and the Wet Market 
There is a very great human flow between the wet market and the 
Times Square. This is a potential point where a link can be established. 
The people now can just go to either side penetrated through the 
elevated highways. 
Lost Space Redemption for Open Spaces 
There is a plenty of lost space above and under the elevated highways. 
With reference to the lack of open spaces over that region, there 
would be a chance to provide a leisure or open space above elevated 
highways where the view and lost and the openness can benefit 
people there. 
Great Human Penetration 24 Hours 
There is a very great human flow everyday there. In oreder to test the 
proposal, a great human flow is a must. And in this site, there would be 
a 24 hour supply of human penetration. 
A Great Potential for Redevelopments 
There are many buildings aged over 40, and having a very low plot 
ratio which is claimed to be uneconomical at the moment. Therefore, it 
is an opportinity to suggest this redevelopment strategy here. 
16.10 Site Constraints 
Tight Site 
In order to raise the feasibility of the test thesis, it would be a must to 
work out the min. operation area. Therefore, the site provide a very 
tight condition for the thesis, especially for this kind of ramping designs. 
The Embarrasing Headroom of the Elevated Highway 
The level of the road surface is about 7.5m. If the level is lowered, the 
ramping can be greatly reduced making a more welcoming ramping 
strucutre. If the surface level can be higher, there can be a room for a 
movement space underneath the flyover, there the「amping length had 
to be lengthened in this case. 
Part E [design developments' 
17. S tage 01 - P la t fo rm over E leva ted H i g h w a y s 
In the first design stage, there is a first reaction of breaking the existng 
building enclosure and having a platform like space on top of the 
elevated highway. The first propoasi is not about redeveloping the 
both sides of the elevated highways. However, the problem of podium 
is both to receonnect the relation on both sides and also establish a 
spatial connection with the street they are standing. 
18. S tage 02 - Twin R e d e v e l o p m e n t + a b o v e H y o v e r 
In this stage, the proposal was「efeind. But it is still on masing study 
level. There would be a total redevelopment on both sides of the 
elevated highways. The proposal was made in accordance with 
the main human movements, therefore, it is in a band-like building 
establishing a re-weave on both sides of the elevated highways. 
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19. S tage 03 - P r o g r a m In ter l inkage 
In this stage, the redevelopment of a twin developments on boths 
sides of the elevated highways was well-established. Here the concenr 
would be more on the internal layout and intermal planning with the 
addition of some spatial forms which allow the accommodation of 
differnt programs in the city. And the spatial forms would together made 
a continuous link by overlapping and interlink across the elevated 
highway. 
； 二 ; - ’r .J 
20. S tage 04 - R a m o i n g St ree t 
In this stage the internal layout was further developed. In order to 
have a continuous link from the street up to the elevated highways, the 
ramping street network is proposed. The propsal in this stage is about 
making a continouous ramping street in which a series of spatial forms 
can be accommodated so as to attract peopi from getting in. 
S t a g e 05 - R a m p i n g Street w i th P r o g r a m s A c c o m m o d a t i o n s 
In this stage, the design is more strictly controlled in the matters 
of ramping gradient and the program accommodations ability. In 
this stage several types of spaces and programs were put into the 
structure. 
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an open space on top of the flyover 
-highest point of Journey 
- o n top of the flyover 
-suggest social gathering 
-semi-form a I performance 
-suggesting space for sports 
Space connecting the library and the interna丨 street 
— 
the wide enough space on the lowest level 
draw some ad-hoc o r temporary activities 
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